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Because of specific needs or constraints of individual states, new or modified roadside
safety hardware are being designed and developed on a continuing basis. To ensure that these
new or modified designs perform according to established guidelines, full-scale crash testing and
evaluation were deemed necessary. The objective of this study is to crash test and evaluate these
roadside safety hardware and, where necessary, redesign the devices to improve their impact
performance. The three major areas addressed in this study are the impact performance of bridge
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I. INTRODUCTION

The Federal Highway Administration (FHWA) has formally adopted the new
performance evaluation guidelines for highway features set forth in National Cooperative
Highway Research Program (NCHRP) Report 350" as a “Guide or Reference” document in
Federal Register, Volume 58, Number 135, dated July 16, 1993, which added paragraph (a)(13)
to 23 CFR, Part 625.5. FHWA has also mandated that, starting in September of 1998, only
highway safety appurtenances that have successfully met the performance evaluation guidelines
set forth in NCHRP Report 350 may be used on the National Highway System (NHS) for new
installations. Most of the existing highway features were tested according to the previous
guidelines contained in NCHRP Report 230.? 1t is, therefore, necessary to crash test and
evaluate the performance of existing highway features under the newer guidelines.

One of the key revisions in the guidelines set forth in NCHRP Report 350 from those in
NCHRP Report 230 is the replacement of the 2041-kg (4500-1b) passenger car by a 2000-kg
(4409-1b) pickup truck as one of the design test vehicles. Very little information was available
on the performance of existing highway features with the new 2000P test vehicle (i.e., 2000-kg
(4409-1b) pickup truck). As part of an effort by FHWA to evaluate the performance of existing
highway features with the new 2000P test vehicle, a series of crash tests with the new 2000P test
vehicle was conducted on various existing guardrail systems, the results of which are presented

in this appendix.

The following existing guardrail systems were crash tested and evaluated in this study:

Cable (G1) guardrail system,

W-beam, weak-post (G2) guardrail system,
Box-beam (G3) guardrail system,

W-beam, strong-post (G4) guardrail system,
Thrie-beam (G9) guardrail system, and
Modified thrie-beam guardrail system.

More descriptions of these crash tests and the results are presented in the following
chapters.






II. STUDY APPROACH

2.1  GUARDRAIL SYSTEMS TESTED

As mentioned previously, the following existing guardrail systems were crash tested and
evaluated in this study:

Cable (G1) guardrail system,

W-beam, weak-post (G2) guardrail system,
Box-beam (G3) guardrail system,

W-beam, strong-post (G4) guardrail system,
Thrie-beam (G9) guardrail system, and
Modified thrie-beam guardrail system.

Descriptions of these guardrail systems are presented in this section.

2.1.1 Cable (G1) Guardrail System

The cable (G1) guardrail system consisted of three 191-mm- (3/4-in-) diameter round
wire cable mounted on S3x5.7 steel posts, spaced 4.9 m (16 ft) on center, a cross-section of
which is shown in figure 1. The 19.1-mm- (3/4-in-) diameter round wire cable consisted of three
strands (seven wires per strand) with a minimum tensile strength of 115.7 kN (26 000 1b). The
mounting heights for the center of the three cables were 597, 673, and 749 mm (23.5, 26.5, and
29.5 in), respectively. The cables were attached to the posts with 7.9-mm- (5/16-in-) diameter
hook bolts. The S3x5.7 steel posts were 1.6 m (63 in) long with an embedment depth of 762 mm
(30 in). A 203-mm x 610-mm x 6.4-mm (8-in x 24-in x 1/4-in) soil plate was used with the steel

posts.

The 12.8-m- (42-ft-) long terminal section consisted of a 7.3-m (24-ft) section with four
S3x5.7 posts spaced at 1.83 m (6.0 ft); the last 5.5 m (18 ft) was unsupported (i.e., the first or end
post was located 5.5 m (18 ft) from the concrete anchor). The full guardrail height of 762 mm
(30 in) was maintained until the second post where the cables began to slope down to ground
level at the concrete anchor. The first two posts had end caps with shelf angles for the cables
instead of the hook bolts. The first or end post was also mounted at a reduced height to
accommodate the sloping of the cables. The cables were anchored to a concrete block with a
breakaway anchor angle, details of which are shown in figure 1.

2.1.2 W-Beam, Weak-Post (G2) Guardrail System

The W-beam, weak-post (G2) guardrail system consisted of 1.6-m- (5-ft, 3-in-) long
S3x5.7 posts with 203-mm x 610-mm x 6.4-mm (8-in x 24-in x 1/4-in) soil plates, spaced 3.8 m
(12 ft, 6-in) center to center, and 3.8-m- (12-ft, 6-in-) long 12-gauge W-beam rail elements. A
cross-section of the W-beam, weak-post (G2) guardrail system is shown in figure 2. The height

3
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Figure 2. Cross-section of the W-beam, weak post (G2) guardrail system.
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of the guardrail to the top of the W-beam rail element was 0.76 m (30 in). The W-beam rail
elements were attached to the posts with 7.94-mm- (5/16-in-) diameter bolts and square plate
washers. Also, 12.7-mm- (1/2-in-) diameter and 38.1-mm- (1-1/2 in-) long shelf bolts were
attached to the posts with two or more nuts for the W-beam rail elements to rest on. The purpose
of the shelf bolts is to reduce the loading on the 7.94-mm- (5/16-in-) diameter post bolts from the
weight of the W-beam rail elements and other dead loads such as snow and ice on the rail

elements.
2.1.3 Box-Beam (G3) Guardrail System

The box-beam (G3) guardrail system consisted of 1.6-m- (5-ft, 4-in-) long S3x5.7 steel
posts spaced 1.8 m (6 ft) apart, a cross-section of which is shown in figure 3. A L127- x 89- x
10- x 114-mm-long (L5- x 3-1/2- x 3/8- x 4-1/2-in- long) shelf angle was attached to the post
with a 13-mm- (%-in-) diameter, 38-mm- (1-1/2 in-) long hex bolt with washer and nut. A
TS152- x 152- x 4.8- mm tubular steel (TS6- x 6- x 3/16-in) box-beam rail element was attached
to the support angle with a 10-mm- (3/8-in-) diameter, 191-mm- (7-1/2-in-) long hex bolt with
washer and nut. ‘The mounting height of the box beam rail was 686 mm (27 in) to the top of the
box-beam rail element.

2.1.4 W-Beam, Strong-Post (G4) Guardrail Systems

Both W-beam, strong-post guardrail systems, one with wooden posts and blockouts,
G4(2W), and the other with steel posts and blockouts, G4(1S), were crash tested.

As shown in figure 4, the G4(2W) guardrail system consisted of 1.6-m- (5-ft, 4-in-) long,
152-mm x 203-mm (6-in x 8-in) wood posts with 356-mm- (14-in-) long, 152-mm x 203-mm
(6-in x 8-in) wooden blockouts, spaced 1.9 m (6 ft, 3 in) on center, and 3.8-m- (12-ft, 6-in-) long
12-gauge W-beam rail elements. The height of the guardrail to the center of the W-beam rail
element was 550 mm (21.7 in). The W-beam rail elements were attached to the posts
with 15.9-mm- (5/8-in-) diameter carriage bolts without any washers.

The G4(1S) guardrail system consisted of 1.8-m- (6-ft, 0-in-) long, W6 x 9 steel posts
with 356-mm- (14-in-) long W6 x 9 steel blockouts, spaced 1.9 m (6 ft, 3 in) on center and 3.8-m
(12-ft, 6-in-) long 12-gauge W-beam rail elements. A cross-section of the G4(1S) guardrail
system is shown in figure 5. The height of the guardrail to the center of the W-beam rail element
was 550 mm (21.7 in). The W-beam rail elements were attached to the posts with 15.9-mm-
(5/8-in-) diameter carriage bolts without any washers. Backup plates, similar in cross section to
the W-beam rail element and 305 mm (12 in) in length, were used at non-splice posts.

2.1.5 Thrie-Beam (G9) Guardrail System

As shown in figure 6, the thrie-beam (G9) guardrail system consisted of 2.0-m-
(6-t, 6-in-) long W6 x 9 steel posts spaced 1.9 m (6 ft, 3 in) apart with 546-mm- (21.5-in-) long
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W6 x 9 steel blockouts. The blockout was attached to the post with two 15.9-mm- (5/8-in-)
diameter bolts and the thrie-beam rail element was attached to the blockout with two 15.9-mm
(5/8-in) diameter button head bolts without washers. The mounting height of the thrie-beam rail
was 559 mm (22 in) to the center and 813 mm (32 in) to the top of the thrie-beam rail element.

2.1.6 Modified Thrie-Beam Guardrail System

The modified thrie-beam guardrail system consisted of 2.1-m- (6-ft, 9-1/4-in-) long
W6x9 steel posts spaced 1.9 m (6 ft, 3 in) apart with M14x18 blockouts. A cross-section of the
modified thrie-beam guardrail system is shown in figure 7. The blockouts were 432-mm (17-in)
long, 457-mm (18-in) deep, and 152-mm (6-in) wide at the flanges. The webbing of the
blockout had a cutout measuring 152 mm (6 in) at the bottom and angled upward at 40 degrees
to the flange upon which the thrie beam was attached. The blockout was attached to the post
with four 15.9-mm- (5/8-in-) diameter bolts and the thrie-beam rail element was attached to the
blockout with a single 15.9-mm- (5/8-in-) diameter button head bolt without a washer. The
mounting height of the thrie-beam rail was 610 mm (24 in) to the center and 864 mm (34 in) to
the top of the thrie-beam rail element.

2.2  CRASH TEST CONDITIONS

All the crash tests, except for one test (test no. 471470-22) on the W-beam, weak-post
(G2) guardrail system, were conducted at the test level 3 (TL-3) conditions. The test
corresponded to test designation 3-11 of the NCHRP Report 350 crash test matrix for
longitudinal barrier length-of-need section. The test involved a 2000P vehicle (i.e., a 2000-kg
(4409-1b) pickup truck) impacting the length-of-need section at a nominal speed and angle of
100 km/h (62.2 mi/h) and 25 degrees. The purpose of the test is to evaluate the strength of the
length-of-need section of the guardrail system in containing and redirecting the 2000P test
vehicle under the TL-3 test conditions.

One test on the W-beam, weak-post (G2) guardrail system (test no. 471470-22) was
conducted at the test level 2 (TL-2) conditions. The test corresponded to test designation 2-11 of
the NCHRP Report 350 crash test matrix for longitudinal barrier length-of-need section. The
test involved a 2000P test vehicle impacting the length-of-need section of the G2 guardrail
system at the nominal speed and angle of 70 km/h (43.5 mi/h) and 25 degrees. The purpose of
the test was to evaluate the strength of the length-of-need section of the guardrail system in
containing and redirecting the 2000P test vehicle under the TL-2 test conditions. Note that the
G2 guardrail system failed to meet the evaluation criteria under the TL-3 test conditions and this
test was intended to evaluate if the G2 guardrail system would perform satisfactorily at a lower

test level (i.e., TL-2 test conditions).

The critical impact points (CIPs) for the various guardrail systems were determined using
the procedure outlined in NCHRP Report 350 and are summarized in table 1.

11
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Table 1. List of crash tests conducted and critical impact points.

Guardrail Type

Cable (G1)

W-Beam, Weak-Post (G2)

W-Beam, Weak-Post (G2)

Box-Beam (G3)
W-Beam, Wood-Post
G4(2W)

W-Beam, Steel-Post
G4(1S)

Thrie-Beam (G9)

Modified Thrie-Beam

Test No.

471470-28

471470-21

471470-22

471470-33

471470-26

471470-27

471470-31

471470-30

Test Level

Critical Impact Point

TL-3

TL-3

Mid-span between two posts at
roughly the one-third point of the
test installation.

Mid-span between posts 5 and 6 or
24.8 m (81 ft, 3 in) from the
upstream end of the test installation.

Mid-span between posts 4 and 5 or
21.0 m (68 ft, 9 in) from the
upstream end of the test installation.

Splice near the one-third point of the
test installation.

4.5 m (14.5 ft) upstream of splice at
post 16.

4.5 m (14.5 ft) upstream of splice at
post 16.

4.5 m (14.5 ft) upstream of splice
near the one-third point of the test
installation.

4.5 m (14.5 ft) upstream of splice
near the one-third point of the test
installation.

13



2.3 CRASH TEST AND DATA ANALYSIS PROCEDURES

The crash test and data analysis procedures were in accordance with guidelines presented
in NCHRP Report 350. Brief descriptions of these procedures are presented as follows.

2.3.1 Electronic Instrumentation and Data Processing

The test vehicle was instrumented with three solid-state angular rate transducers to
measure roll, pitch, and yaw rates; a triaxial accelerometer near the vehicle center of gravity to
measure longitudinal, lateral, and vertical acceleration levels; and a backup biaxial accelerometer
in the rear of the vehicle to measure longitudinal and lateral acceleration levels. The
accelerometers were strain-gauge type with a linear millivolt output proportional to acceleration.

The electronic signals from the accelerometers and transducers were transmitted to a base
station by means of constant bandwidth FM/FM telemetry link for recording on magnetic tape
and for display on a real-time strip chart. Calibration signals were recorded before and after the
test, and an accurate time reference signal was simultaneously recorded with the data.
Pressure-sensitive switches on the bumper of the impacting vehicle were actuated just prior to
impact by wooden dowels to indicate the elapsed time over a known distance to provide a
measurement of impact velocity. The initial contact also produced an "event" mark on the data
record to establish the exact instant of contact with the guardrail system.

The multiplex of data channels, transmitted on one radio frequency, was received at the
data acquisition station, and demultiplexed into separate tracks of Inter-Range Instrumentation
Group (L.R.I.G.) tape recorders. After the test, the data were played back from the tape
machines, filtered with an SAE J211 filter, and digitized using a microcomputer, for analysis and
evaluation of impact performance. The digitized data were then processed using two computer
programs: DIGITIZE and PLOTANGLE. Brief descriptions of the functions of these two
computer programs are provided as follows.

The DIGITIZE program uses digitized data from vehicle-mounted linear accelerometers
to compute occupant/compartment impact velocities, time of occupant/compartment impact after
vehicle impact, and the highest 10-ms average ridedown acceleration. The DIGITIZE program
also calculates a vehicle impact velocity and the change in vehicle velocity at the end of a given
impulse period. In addition, maximum average accelerations over 50-ms intervals in each of the
three directions are computed. For reporting purposes, the data from the vehicle-mounted
accelerometers were then filtered with a 60-Hz digital filter, and acceleration versus time curves
for the longitudinal, lateral, and vertical directions were plotted using a commercially available
software package (QUATTRO PRO).

The PLOTANGLE program used the digitized data from the yaw, pitch, and roll rate
transducers to compute angular displacement in degrees at 0.00067-s intervals and then instructs
a plotter to draw a reproducible plot: yaw, pitch, and roll versus time. These displacements are
in reference to the vehicle-fixed coordinate system with the initial position and orientation of the
vehicle-fixed coordinate system being that which existed at initial impact.

14



2.3.2 Anthropomorphic Dummy Instrumentation

An Alderson Research Laboratories Hybrid II, S0th-percentile male anthropomorphic
dummy, restrained with lap and shoulder belts, was placed in the driver’s position of the vehicle.
The dummy was uninstrumented; however, a high-speed onboard camera recorded the motions

of the dummy during the test.

2.3.3 Photographic Instrumentation and Data Processing

Photographic coverage of the test included four high-speed cameras: one placed behind
the guardrail at an angle; one overhead with a field of view perpendicular to the ground and
directly over the impact point; a third placed to have a field of view parallel to and aligned with
the guardrail installation at the downstream end; and a fourth placed onboard the vehicle to
record the motions of the dummy placed in the driver seat during the test sequence. A flash bulb
activated by pressure-sensitive tape switches was positioned on the impacting vehicle to indicate
the instant of contact with the rail and was visible from each camera. The films from these high-
speed cameras were analyzed on a computer-linked Motion Analyzer to observe phenomena
occurring during the collision and to obtain time-event, displacement, and angular data. A
16-mm movie cine, a Betacam, VHS-format video cameras and recorders, and still cameras were
used for documentary purposes to record the conditions of the test vehicle and guardrail system

before and after the test.

2.3.4 Test Vehicle Propulsion and Guidance

The test vehicle was towed into the test installation using a steel cable guidance and
reverse tow system. A steel cable for guiding the test vehicle was tensioned along the path,
anchored at each end, and threaded through an attachment to the front wheel of the test vehicle.
An additional steel cable was connected to the test vehicle, passed around a pulley near the
impact point, through a pulley on the tow vehicle, and then anchored to the ground such that the
tow vehicle moved away from the test site. A 2 to 1 speed ratio between the test and tow vehicle
existed with this system. Just prior to impact with the installation, the test vehicle was released
to be free-wheeling and unrestrained. The vehicle remained free-wheeling (i.e., no steering or
braking inputs) until the vehicle cleared the immediate area of the test site, at which time brakes
on the vehicle were activated to bring the vehicle to a safe and controlled stop.

15



III. CRASH TEST RESULTS

As shown in table 1, a total of eight crash tests were conducted to evaluate the
performance of various existing guardrail systems, including one test on the cable (G1) guardrail
system, two tests on the W-beam, weak-post (G2) guardrail system, one test on the box-beam
(G3) guardrail system, one test on the W-beam, wood-post (G4(2W)) guardrail system, one test
on the W-beam, steel-post (G4(1S)) guardrail system, one test on the thrie-beam (G9) guardrail
system, and one test on the modified thrie-beam guardrail system. Detailed descriptions of the
results of these crash tests are presented in this chapter.

3.1  CABLE (G1) GUARDRAIL SYSTEM (TEST NO. 471470-28)

The test installation consisted of a 92.7-m- (304-ft-) long section of the cable (G1)
guardrail system with a 12.8-m- (42-ft-) long terminal at each end, for a total installation length
of 118.3 m (388 ft). The layout of the test installation is shown in figure 8, and photographs of
the test installation are shown in figures 9 and 10.

A 1989 Chevrolet 2500 pickup (shown in figures 11 and 12) with a test inertia weight of
2000 kg (4409 1b) was used for the crash test. The gross static weight of the vehicle was 2075 kg
(4570 1b) which included a restrained 50th-percentile male anthropomorphic dummy placed in
the driver’s position of the vehicle. The heights to the upper and lower edges of the vehicle
bumper were 650 mm (25.6 in) and 410 mm (16.1 in), respectively. Additional dimensions and
information on the vehicle are given in figure 13. The vehicle was directed into the installation
using the cable reverse tow and guidance system, and was released to be free-wheeling and
unrestrained just prior to impact.

3.1.1 Test Description

The vehicle impacted the length-of-need section midway between posts 10 and 11,
traveling at a speed of 95.1 km/h (59.1 mi/h) and at an angle of 26.7 degrees. As the vehicle
impacted the installation, the cables began to deflect and the posts on either side of the impact
point began to move inward and back. Redirection of the vehicle began at 0.078 s and vehicle
contact with post 11 occurred at 0.083 s. At 0.104 s, post 12 began to move rearward and began
to pull out of the ground at 0.218 s. The front of the vehicle contacted post 12 at 0.290 s. The
cables made contact with the entire side of the vehicle at 0.329 s. Post 13 began to pull out of
the ground at 0.395 s. The vehicle became parallel with the installation at 0.498 s, traveling at a
speed of 77.3 km/h (48.0 mi/h). Maximum deflection of the cables was 2.4 m (7.8 ft) at 0.586 s.
The vehicle contacted posts 13 and 14 at 0.838 s and 1.128 s, respectively. The vehicle lost
contact with the installation at 1.599 s, traveling at a speed of 60.3 km/h (37.5 mi/h) and at an
exit angle of approximately 2.0 degrees. The vehicle brakes were applied after the vehicle exited

17
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Figure 9. Cable (G1) guardrail installation before test 471470-28.
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Figure 11. Vehicle/guardrail geometrics for test 471470-
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Figure 12. Vehicle before test 471470-28.
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the test area, and it subsequently came to rest 97 m (318 ft) down and 7 m (24 ft) forward of the
impact point. Sequential photographs are shown in figures 14 and 15.

3.1.2 Damage to Test Installation

As seen in figures 16 and 17, the test installation received moderate damage. The cables
were separated from the posts between posts 10 through 16. The lateral deflections recorded at
posts 8 through 16 are noted in table 2.

Table 2. Lateral post deflections for test 471470-28.

Post8 ........... 13 mm (0.5 in) Post13 .............. pulled out
Post9 .......... 102 mm (4.0 in) Post14 ........ 260 mm (10.3 in)
Post10 .......... 76 mm (3.0 in) Post15 ......... 70 mm (2.8 in)
Post1l ......... 152 mm (6.0 in) Post16 ......... 38mm (1.5in)
Post12 .............. pulled out

Maximum dynamic deflection of the cables during the test was 2.4 m (7.8 ft). Maximum
permanent deformation of the installation was 0.3 m (0.9 ft). The upstream concrete anchor was
pulled up 89 mm (3.5 in) and inward 95 mm (3.8 in). The downstream anchor was pulled up and
inward 57 mm (2.3 in).

3.1.3 Vehicle Damage

The vehicle sustained minimal damage, as shown in figure 18. The front bumper and
grill were damaged, and the entire left side of the vehicle was scraped by the wire rope.
Maximum exterior crush at the left front corner of the vehicle was 360 mm (14.2 in), and there
was no deformation or intrusion into the occupant compartment.

3.1.4 Occupant Risk Values

Data from the accelerometer located at the vehicle center of gravity were digitized for
evaluation of occupant risk and were computed as follows. Occupant contact first occurred in the
lateral direction. Lateral occupant impact velocity was 3.5 m/s (11.6 ft/s) at 0.243 s; the highest
0.010-s lateral occupant ridedown acceleration was 5.6 g’s between 0.333 and 0.343 s, and the
maximum 0.050-s average acceleration was 2.9 g’s between 0.194 and 0.244 s. In the
longitudinal direction, the occupant impact velocity was 4.3 m/s (14.2 ft/s); the highest 0.010-s
occupant ridedown acceleration was -4.0 g’s between 0.526 and 0.536 s, and the maximum
0.050-s average was -1.9 g’s between 0.073 and 0.123 s. These data and other information

24



0.000 s

0.075s

0.150 s

02265

Figure 14. Sequential photographs for test 471470-28
(overhead and frontal views).
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0.301 s

0376 s

0.500 s

1.597 s

Figure 14. Sequential photographs for test 471470-28
(overhead and frontal views) (continued).
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0.000 s

0.226 s

Figure 15. Sequential photographs for test 471470-28
(rear and interior views).

27



0.301's

0.376s

0.500 s

1.597 s

Figure 15. Sequential photographs for test 471470-28
(rear and interior views) (continued).
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Figure 16. Cable (G1) guardrail installation after test 471470-28.



Figure 17. Anchor for the cable (G1) guardrail after test 471470-28.



<«

Figure 18. Vehicle after test 471470-28.
1
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pertinent to the test are summarized in figure 19. Vehicle angular displacements during the test
are displayed in figure 20. Vehicular accelerations versus time traces filtered at 60 Hz are

presented in figures 21 through 23.

32  W-BEAM, WEAK POST (G2) GUARDRAIL SYSTEM (TEST NO. 471470-21)

The test installation consisted of 45.7 m (150 ft) of length-of-need section with a 7.62-m-
(25-ft-) long turned-down terminal at each of the two ends, for a total installation length of
61.0 m (200 ft). The layout of the test installation is shown in figure 24, and photographs of the
test installation are shown in figure 25.

A 1985 Chevrolet Custom 20 pickup, shown in figures 26 and 27, was used for the crash
test. Test inertia weight of the vehicle was 2000 kg (4409 Ib) and its gross static weight was
2076 kg (4573 Ib). The height to the lower edge of the vehicle bumper was 445 mm (17.5 in)
and it was 686 mm (27.0 in) to the upper edge of the bumper. Additional dimensions and
information on the vehicle are given in figure 28. The vehicle was directed into the G2 guardrail
system using the cable reverse tow and guidance system, and was released to be free-wheeling
and unrestrained just prior to impact.

3.2.1 Test Description

The vehicle impacted the terminal system at midspan between posts 5 and 6 at a speed of
99.8 km/h (62.0 mi/h) and an angle of 24.4 degrees. As the vehicle impacted the guardrail
installation, the W-beam rail element began to deform. Post 6 began to deflect at 0.017 s and
post 5 began to deflect at 0.026 s. Post 7 (second post downstream from impact) began to deflect
at 0.060 s and the vehicle began to redirect at 0.120 s after impact. As the vehicle continued
forward, the W-beam rail element rode over the top of posts as the W-beam deformed along the
path of the vehicle. The rear of the vehicle contacted the guardrail at 0.310 s and at 0.356 s, the
vehicle was traveling parallel to the installation at 80.2 km/h (49.9 mi/h). Maximum dynamic
deflection of the guardrail of 2.4 m (7.9 ft) occurred at 0.640 s after impact. As the vehicle was
being redirected, the W-beam rail element dropped and began to dig into the ground at 0.732 s.
At 0.768 s, the left front tire began to mount the guardrail and was on top of the rail by 0.895 s.
The right front wheel came into contact with the guardrail at 1.003 s. The left rear tire came into
contact with and eventually mounted the rail at 1.101 s and 1.162 s, respectively. At 1.260 s, the
right front wheel was on top of the rail and air out occurred at 1.391 s. The W-beam rail element
separated from the last post at 1.601 s. At 1.948 s, the right front tire contacted the ground and
the vehicle separated from the guardrail at approximately 2 s after initial impact. The vehicle
remained upright and came to rest 28.8 m (94.6 ft) downstream and 2.4 m (8.0 ft) behind the
point of impact. Sequential photographs are shown in figures 29 and 30. The left front, left rear,
and right front tires of the vehicle overrode the guardrail and exited only when the end of the
guardrail installation was reached. It is evident from reviewing the high-speed film that, had
there been a longer run of guardrail, the vehicle would likely have vaulted over the guardrail

completely, which is not acceptable.
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Figure 25. W-beam. weak-post (G2 guardrai] installation before test 471470-21.
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Figure 26. Vehicle/guardrail geometrics for test 471470-21.
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1000005 477071 ey

Figure 27. Vehicle before test 471470-21.



oare: _11-09-93 et M0 471470-21 ww no: LGCGC24M8FS1096QQe.  Chevy
wooer: Custom 20 vear: 1985 ooouerer: 00799 ow. 3265 kg
WSS OISTRBUTION (k) 041 pr_ 029 w_467 e 463
DESCRIBE ANY DAMAGE TO VEHICLE PRIOR TO TEST:
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Figure 28. Vehicle properties for test 471470-21.
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0.216 s

Figure 29. Sequential photographs for test 471470-21
(overhead and frontal views).
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0.505 s

Figure 29. Sequential photographs for test 471470-2]
(overhead and frontal views) (continued).
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0.000 s

0.072 s

0.144 s

0.216 s

Figure 30. Sequential photographs for test 471470-21
(rear and interior views).
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0.289 s

0.433 s

0.505 s

Figure 30. Sequential photographs for test 471470-21
(rear and interior views) (continued).
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3.2.2 Damage to Test Installation

As can be seen in figure 31, the test installation received considerable damage. There
was evidence of movement on all of the posts and the W-beam slipped over the tops of post 5
through 13 and the maximum permanent deformation of the W-beam was 1.8 m (5.9 ft). The
vehicle was in contact with the installation from impact to the end of the guardrail.

3.2.3 Vehicle Damage

The vehicle sustained moderate damage to the left side as shown in figure 32. Maximum
exterior crush at the left front corner at bumper height of the vehicle was 259 mm (10.2 in), and
there was no intrusion into or deformation of the occupant compartment. Damage was sustained
to the front bumper, grill, hood, and along the entire left side the body panels were dented and
scraped. There was slight damage to the right front corner where the vehicle came to rest against
the next installation downstream.

3.2.4 Occupant Risk Values

Data from the accelerometer located at the center of gravity were digitized for evaluation
of occupant risk and were computed as follows. In the longitudinal direction, occupant impact
velocity was 5.0 m/s (16.4 ft/s) at 0.276 s, the highest 0.010-s average ridedown acceleration was
-4.2 g’s between 0.392 and 0.402 s; and the maximum 0.050-s average acceleration was -3.0 g’s
between 0.221 and 0.271 s. Lateral occupant impact velocity was 3.0 m/s (10.0 ft/s) at 0.218 s,
the highest 0.010-s occupant ridedown acceleration was 4.5 g’s between 0.374 and 0.384 s, and
the maximum 0.050-s average acceleration was 3.2 g’s between 0.343 and 0.393 s. These data
and other pertinent information from the test are summarized in figure 33. Vehicular angular
displacements are displayed in figure 34. Vehicular accelerations versus time traces filtered
digitally at 60 Hz are presented in figures 35 through 37.

33  W-BEAM, WEAK-POST (G2) GUARDRAIL SYSTEM (TEST NO. 471470-22)

The test installation consisted of 61.0 m (200 ft) of length-of-need section with a 7.62-m
(25-ft) turned-down terminal at each of the two ends, for a total test installation length of 76.2 m
(250 ft). All other details of the installation were the same as in the previous test (test no.
471470-21). Photographs of the test installations are shown in figure 38.

A 1985 Chevrolet Custom 20 pickup truck, shown in figures 39 and 40, was used for the
crash test. Test inertia weight of the vehicle was 2000 kg (4409 1b) and its gross static weight
was 2076 kg (4573 1b). The height to the lower edge of the vehicle bumper was 390 mm (15.4
in) and it was 680 mm (26.8 in) to the upper edge of the bumper. Additional dimensions and
information on the vehicle are given in figure 41. The vehicle was directed into the G2 guardrail
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70-21.

cak-post (G2) guardrail afier test 4714

Figure 31. W-beam, w
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Figure 32. Vehicle after test 471470-21.
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Figure 38. W-beam. weak-post (G2} guardraii before test 471470-22.
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Figure 39. Vehicle/guardrail geometrics for test 471470-22.
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Figure 40. Vehicle before test 471470-22.



oare: __1-6-94 Test noe 471470-22 wn n0:LGCGC24M3F5105997, . Chevy
WASS DISTRIBUTION (kg) wr_b54 rr_520 w__462 re 464
DESCRIBE ANY DAMAGE TO VEHICLE PRIOR TO TEST:
v @ o I
v NOTES:
\J Y el ¥
A wmem - . . ¢ VoL o men
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I | AN e owae oo:_320
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Figure 41. Vehicle properties for test 471470-22.
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system using the cable reverse tow and guidance system, and was released to be freewheeling
and unrestrained just prior to impact.

3.3.1 Test Description

The vehicle impacted the guardrail system at midspan between posts 4 and 5 at a speed of
71.0 kmvh (44.1 mi/h) and an angle of 26.1 degrees. As the vehicle impacted the guardrail
installation, the W-beam rail element began to deform. Post 5 (first post downstream from
impact) began to deflect at 0.017 s, post 4 (first post upstream from impact) began to deflect at
0.043 s, and post 6 (second post downstream from impact) began to deflect at 0.072 s. The left
front tire of the vehicle contacted post 5 at 0.093 s after impact, resulting in the front tires being
turned toward the guardrail. The vehicle began to redirect at 0.167 s after impact. The W-beam
rail element went over the top of post 6 at 0.201 s after impact and the front of the vehicle
impacted post 6 at 0.306 s. Maximum dynamic deflection of the guardrail of 1.4 m (4.5 ft)
occurred at 0.372 s after impact. At 0.533 s, the vehicle was traveling parallel to the installation
at 38.0 km/h (23.6 mi/h). The front of the vehicle impacted post 7 at 0.646 s after impact. As
the vehicle continued to be redirected, the vehicle began to turn counterclockwise toward the rail
because of the orientation of the front tires. The vehicle separated from the guardrail at
approximately 1.08 s after impact, traveling at an estimated exit speed and angle of 25.7 km/h
(16.0 mi/h) and 9.5 degrees. The separation conditions were estimates since the vehicle was
partially out of the view of the overhead camera and the camera placed behind the rail. The
camera placed at the downstream end of the test installation would have provided the
information, but that camera was jammed and did not provide any coverage. The vehicle came
torest 17.3 m (56.7 ft) downstream from the initial point of impact adjacent to the face of the rail
element. Sequential photographs are shown in figures 42 and 43.

3.3.2 Damage to Test Installation

As can be seen in figures 44 and 45, the guardrail installation received considerable
damage in the area of contact. There was evidence of movement on the first 9 posts. The W-
beam slipped over the tops of posts 5 through 7 and the maximum permanent deformation of the
W-beam was 1.3 m (4.2 ft). The vehicle was in contact with the installation for a total length of

15.7m (51.7 fv).

3.3.3 Vehicle Damage

The vehicle sustained moderate damage to the left side, as shown in figure 46. Maximum
exterior crush at the left front corner at bumper height of the vehicle was 231mm (9.1 in), and
there was no intrusion into or deformation of the occupant compartment. Damage was sustained
to the front bumper, grill, hood, left front lower A-arm assembly, and along the left side the body
panels were dented and scraped through the driver’s door.
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0.301 s 0.702 s

Figure 42. Sequential photographs for test 471470-22
(overhead view).

60



- T~ e
L e e NS e T AT o
B

e 1 e R A
i ok 0

0.000 s

ST

0.100 s

0.201 s

0.301 s
Figure 43. Sequential photographs for test 471470-22
(rear and interior views).
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0.401 s

0.502 s

0.602 s

0.702 s

Figure 43. Sequential photographs for test 471470-22
(rear and interior views) (continued).
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Figure 44. W-beam. weak-post (G2) guardrail after test 471470-22.
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Figure 45. Vehicle after test 471470-22.
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3.3.4 Occupant Risk Values

Data from the accelerometer located at the center of gravity were digitized for evaluation
of occupant risk and were computed as follows. In the longitudinal direction, occupant impact
velocity was 4.6 m/s (14.9 ft/s) at 0.300 s; the highest 0.010-s average ridedown acceleration was
-4.8 g’s between 0.384 and 0.394 s; and the maximum 0.050-s average acceleration was -3.1 g’s
between 0.110 and 0.160 s. Lateral occupant impact velocity was 3.3 m/s (10.7 ft/s) at 0.228 s;
the highest 0.010-s occupant ridedown acceleration was 3.1 g’s between 0.386 and 0.396 s; and
the maximum 0.050-s average acceleration was 2.6 g’s between 0.144 and 0.194 s. These data
and other pertinent information from the test are summarized in figure 46. Vehicular angular
displacements are displayed in figure 47. Vehicular accelerations versus time traces filtered

digitally at 60 Hz are presented in figures 48 through 50.

34 BOX-BEAM (G3) GUARDRAIL SYSTEM (TEST NO. 471470-33)

The test installation consisted of a 45.7-m- (150-t-) long section of the box-beam (G3)
guardrail with a 15-m- (49.2-ft-) long telescoping tube terminal (WYBET) on the impact end and
a turned-down terminal on the downstream end. The layout of the test installation is shown in
figure 51. Photographs of the test installation are shown in figures 52 and 53.

A 1989 Chevrolet 2500 pickup (shown in figures 54 and 55) with a test inertia weight of
2000 kg (4409 1b) was used for the crash test. The gross static weight of the vehicle was
2076 kg (4573 1b) which included a restrained 50th-percentile male anthropomorphic dummy
placed in the driver’s position of the vehicle. The heights to the upper and lower edges of the
vehicle bumper were 640 mm (25.2 in) and 415 mm (16.3 in), respectively. Additional
dimensions and information on the vehicle are given in figure 56. The vehicle was directed into
the installation using the cable reverse tow and guidance system, and was released to be free-

wheeling and unrestrained just prior to impact.

3.4.1 Test Description

The vehicle impacted the length-of-need section 0.9 m (2.9 ft) upstream of post 15,
traveling at a speed of 95.2 km/h (59.1 mi/h) and at an angle of 25.5 degrees. As the vehicle
impacted the installation, the box-beam rail element began to deflect and redirection of the
vehicle began at 0.048 s. The right front tire contacted post 15 at 0.056 s. At 0.118 s after
impact, the right front tire contacted post 16 and the wheels began to steer sharply toward the
guardrail. The left front tire caught post 17 at 0.188 s and post 18 at 0.265 s. The vehicle became
parallel with the installation at 0.287 s, traveling at 73.0 km/h (45.4 mi/h). Maximum dynamic
deflection of the box-beam rail element of 1.15 m (3.8 ft) occurred at 0.364 s as the vehicle
contacted post 19. The vehicle lost contact with the installation at 0.798 s, traveling at a speed of
44.8 km/h (27.8 mi/h) and an exit angle of approximately 0.7 degree toward the guardrail. As
the vehicle exited the installation, it continued to yaw counterclockwise toward the guardrail.
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Figure 52. Box-beam (G3) guardrail installation used for test 471470-33.



a2

Figure 53. Box-beam (G3) guardrail section before test 471470-33.
7




Figure 54. Vehicle/guardrail geometrics for test 471470-33
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Figure 55. Vehicle before test 471470-33.
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Figure 56. Vehicle properties for test 471470-33.
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The vehicle contacted the guardrail a second time at 1.566 s and subsequently came to rest with
the nose of the vehicle against the guardrail 26 m (85 ft) down from the initial point of impact.
Sequential photographs are shown in figures 57 and 58.

3.4.2 Damage to Test Installation

As seen in figures 59 through 61, the guardrail installation received moderate damage.
There were tire marks on the face of the box-beam rail element from posts 15 through 21, and on
posts 15 through 20. The box-beam rail element was separated from posts 16 through 20, and
these posts were bent at ground level. The lateral deflections recorded at posts 12 through 22 are

noted in table 3.

Maximum dynamic deflection of the box-beam rail element was 1.15 m (3.8 ft).
Maximum permanent deformation of the installation was 0.74 m (2.4 ft) near post 16. Total
length of contact of the vehicle with the installation was 12.6 m (41.3 ft).

Table 3. Lateral post deflections for test 471470-33.

Post12 .......... 25 mm (1.0 in) Post18 ......... 191 mm (7.5 in)
Post13 .......... 71 mm (2.8 in) Post19 ......... 152 mm (6.0 in)
Post14 ......... 127 mm (5.0 in) Post20 ......... 229 mm (9.0 in)
Post15 ......... 191 mm (7.5 in) Post21 .......... 25 mm (1.0 in)
Post16 ......... 178 mm (7.0 in) Post22 .......... 25 mm (1.0 in)
Post17 ......... 191 mm (7.5 in)

3.43 Vehicle Damage

The vehicle sustained moderate damage as shown in figure 62. The right lower A-arm,
stabilizer bar, and tie rod ends on the right side were damaged. The front bumper, grill, right
front quarter panel, right door, right rear quarter panel, and the right front wheel also were
damaged. Maximum exterior crush at the right front corner of the vehicle was 530 mm (20.9 in),
and maximum deformation of the occupant compartment was 9 mm (0.4 in) at the instrument

panel area on the passenger side.

3.4.4 Occupant Risk Values

Data from the accelerometer located at the vehicle center of gravity were digitized for
evaluation of occupant risk and were computed as follows. Occupant contact first occurred in
the longitudinal direction at 0.222 s. The longitudinal occupant impact velocity was 6.3 m/s
(20.7 ft/s), the highest 0.010-s occupant ridedown acceleration was -5.8 g’s between 0.296 and
0.306 s, and the maximum 0.050-second average was -4.8 g’s between 0.125 and 0.175 s.
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0.000 s

0.075 s

0.150 s

0.251

Figure 57. Sequential photographs for test 471470-33
(overhead and frontal views).
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0.375s

0.499 s

0.625 s

0.798 s

Figure 57. Sequential photographs for test 471470-33
(overhead and frontal views) (continued).
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0.000 s

0.075s

0.150s

0.251s

Figure 58. Sequential photographs for test 471470-33
(rear and interior views).
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0.375 s

0.499 s

0.798 s

Figure 58. Sequential photographs for test 471470-33
(rear and interior views) (continued).
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Figure 59. Box-beam (G3) guardrail after test 471470-33.
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Figure 62. Vehicle after test 471470-33.



Lateral occupant impact velocity was 0.9 m/s (3.0 ft/s) at 0.559 s, the highest 0.010-s lateral
occupant ridedown acceleration was -10.7 g’s between 0.388 and 0.398 s, and the maximum
0.050-s average acceleration was 2.6 g’s between 0.447 and 0.497 s. These data and other
information pertinent to the test are summarized in figure 63. Vehicle angular displacements -
during the test are displayed in figure 64. Vehicular accelerations versus time traces filtered at

60 Hz are presented in figures 65 through 67.

3.5 W-BEAM, WOOD-POST (G4(2W)) GUARDRAIL SYSTEM
(TEST 471470-26)

The test installation consisted of a 45.7-m- (150-ft-) long section of the standard G4(2W)
length-of-need section, with a modified eccentric loader terminal (MELT) at the upstream end
and a standard breakaway cable terminal (BCT) at the downstream end for a total installation
length of 68.6 m (225 ft). A layout of the test installation is shown in figure 68, and photographs
of the test installation is shown in figure 69.

A 1989 Chevrolet 2500 pickup truck, shown in figures 70 and 71, was used for the crash
test. Test inertia mass or empty weight of the vehicle was 2000 kg (4409 Ib) and its gross static
mass or test weight was 2074 kg (4568 1b), including a restrained 50th-percentile male
anthropomorphic dummy placed in the driver’s position of the vehicle. The heights to the upper
and lower edges of the vehicle bumper were 650 mm (25.6 in) and 430 mm (16.9 in),
respectively. Additional dimensions and information on the vehicle are given in figure 72. The
vehicle was directed into the installation using the cable reverse tow and guidance system, and
was released to be free-wheeling and unrestrained just prior to impact.

3.5.1 Test Description

The vehicle impacted the length-of-need section 0.61 m (2 ft) upstream of post 14, or 4.5
m (14.5 ft) upstream of the splice at post 16, traveling at a speed of 100.8 km/h (62.6 mi/h) and
at an angle of 24.3 degrees. As the vehicle impacted the guardrail, the W-beam rail element
began to deform and post 14 began to displace laterally. The vehicle impacted post 14 shortly
thereafter, and movement began at post 15. Redirection of the vehicle began at 0.056 s, and
movement at post 16 began at 0.063 s. The vehicle contacted post 15 at 0.086 s and tire contact
with post 15 occurred at 0.104 s. Post 17 began to move at 0.108 s. The vehicle contacted post
16 at 0.157 s and movement began at post 18 at 0.165 s. Tire contact with post 16 occurred at
0.193 s, and shortly thereafter, the left front wheel assembly separated from the vehicle and the
blockout on post 16 split. The rear of the vehicle made contact with the guardrail at 0.203 s.
The vehicle contacted post 17 at 0.236 s. The vehicle was parallel with the installation at
0.249 s, traveling at 74.3 km/h (46.3 mi/h). Vehicle contact with post 18 occurred at 0.356 s.
Maximum deflection of the W-beam rail of 0.82 m (2.7 ft) occurred near post 16 at 0.371 s. The
vehicle lost contact with the installation at 0.513 s, traveling at a speed of 70.8 km/h (44.0 mi/h)
and at an exit angle of 8.1 degrees. As the vehicle exited the rail, it had rolled 25 degrees
counterclockwise and was yawing clockwise. Maximum roll angle was 39 degrees at 0.709 s.

86



€e-

4

hl
{uy'o)e
(w1 6°'07) 0€g
00000004y
£€S3AHLO

LRA.ELENe]
Y04H10

Ev.Nv‘vn.o
ge gL

(Bop) 8)Buy meA "xe
(Bep) e|Buy yoid 'xen

* (Bep) o

iBuy |0y xeN

loineyeg 1oedw|-1sod

' (ww) uoneuliojeq
‘Hedwo) '00Q 'Xey

{wiw) ysni eoIye A

101181X3 WINWIXe

120
lopelu)

e (aie}

SAA
10ue1x3
ebBeweq sjoyep

* T jueuewlsd
Tt JlwieuAQg

(w) suonosyeq e|only 156

"€€-0L¥1 LY 1591 10] SINSAI JO Arewiwung

- Seeee e yopoep-z
9'C Tt uonoedp-A
g'p- Ceee uopoelp-x

{s,B) eBeieny s-QGO'0 ‘Xe|N

Tttt {jeuondo) gy

Crro ottt {leuondo) Hd
N.O—.n P CO_WQD‘__U|>
8'G- CttttrouonoelIp-x

{s,B) suoneis|esdy umopepiy
Tttt {jeuondo) AIHL
(shpo0'ele'0 tt uonoesp-A
(s/iy £'02) €9 Tt uondedp-x
{s/w) Alo0[e A 10BdW)

senjeA jysiy 1uednoosQ

|1l piemos £ 0
Wrwezygyy

(Bep) e|Buy
{u/uny) peeds

suonipuo) X3

66z
(Ui 17 69) Z2°66

(Bep) eiBuy
(u/ury) peedg

"€9 aIngig

(a1 eLst) 9402
(@l 91) GL
(a1 sov¥) 000T
(41 LoEy) 0861
00GT 1810iA8YD 686 L

40002
uononpoid

Aiq ‘|iog Buong
$180d |891S /' GXES uo
weeg xXog 88| 'X9X9S1L

(3 £22) W 89
weoeg Xog £9
jleipieny

S6/eL/Y0

EEOLYLLY
eynIsu] uoneyodsues| sexe |

suoljpuo) oeduw|

oflelg ssoln
' Awwng
|eilieu) 180 |

qund (BY) ssep

joPo

uoneuBiseq

edA)
BIOIYaA 3881

*uoplipuo) pue edAy |0

sluews|3

Ae)| Jo |eiiele|y pue

uolsuewi(] Jo/pue 8zig
(w) yBuen uonejelsy
Jeimoeinuely 10 sweN

edA )
810134y 188}
e1eq
‘ON 188

AoueBy 1se |

uolleuwnoju; |eisusd

il

4700 XQH vy T8E X 8 W L2
A

wEWTL X

WO ES6 X WY 688 X Wi 07T

WUOBLY X WM P 2ST X WY qmma_l\
108 XM W CO6 X B X UM ES6

™

. gnaw

ttwh.m%@vxttn.wV

CgAL)
2¢02 ¥

6ap gg2

!

YAt X 29(S

vl menT\

62 Pmoalw

87



%Y "t

Uond ¢

Mmex |
‘ST UOTJRIUILIO
Jurutudap 10y duInbag
"POXI1J S[OIYIA B SIXY

"€€-0LY 1LY 1591 BuLIp spuowase[dsip reniue soryap $9 om3ig

60 Evd (S) 8wty

v 0 c' 0 0°0

-+

(@

N N y _

[10d —8— Ud3Td —%—  MEA

Ee-04viLy

"9E-

cE-

"8c-

‘-

"0S-

97 -

Sl -

juawalerdst(

(62)

88



"€€-0LY 1LY 1591 10} 9061} IS)OWIOID[9I08 [RUIPNISUO] S]O1Y9 A *G9 2InT1,

STRIGAY SWI-()G =

UL ZH-09 ———

(s) 1orduwiy 10y sunt |,
90 S0 v0 £0 <0 1'0
| ! |

8ap ¢67 918Uy 159,
(1w 165) yuny 7'g6 :paadg 1sa,

(a1 €L5+) 3% 9,07 ySrom onerg ssoin

- = (91 50b+) 8% 0007 34B1oM E1LISUY 1S9,
dasjd1d (0ST 1910IAYD) 6861 SIOIYIA 1531

T

[feIpIEnD urEsg-Xog €0 9PV 1S3

AJ1ARIS JO IoJUad JB I9)oWOId[0Y

€e-0LYILY LSHL HSVHD

- ONI

(5,3) uoneIa1200y [eUIpnyISUOT]

89



"€€-0LY 1LY 1591 10J 991} JOJOWOII[I0E [BIAJE] S[OIYIA 99 dInT1y]

3BRIOAY SUI-()¢ e P ZH-09

(8) 1rduwy 10y owr
60 80 Lo 90 $0 v'0
| |

_
_
_
_ !
|
!

|
4
!
i

(Wi 1°66) yury 756 :poads 159,

(a1 €L5Y) 31 9£0T Bropm onEIS Ss01D)

(91 S0v¥) 35 0007 WS1op E1LISUT 15O,

dnYold 00ST 19101A3YD) 6861 BIYIAISAL T — — — — — — -

[feIpIenn weag-xog €0 I[Ny 1591,
I 1 I

| i ]

A11ARI3 JO I91USO JB I9}OWOIS[9I0Y

€E0LYILY LSHL HSVID

(5,3) uoneIa[a0oy [eI9IE]



- —— l 1 i

"€€-0LY 1LY 159} 10] 30€I) I9)OUI0IS[I09R [EOTHIOA S[OIYSA L9 9IT1]

ISRIOAY SWI-()§ e BNIZH-09 ——

(s) 1oedwy 1913y swi ],
60 80 L0 90 S0 v0 £0 44

F— |
I— |
f—
|
\ — |
[
S
2 |
— |
a [
D Y
b |
Ny |
N S
S ——
" A————
A———
[~ |
- I
_I_
S ———

Q1 €LSY) 3% 9,07 uBrom oneig ssoin

=1 - (qrs0vp) 310007 yBrom emoupisay |- — — |
dropid 00T 19103A9YD) 6861 :AIIYAA IS3L
1IEIpIEND) Weag-Xog £ 901y 153,

!

|

|

fﬁ S —
(W 1°65) yuny ¢'g6 :paads 1sa], |

_

_

,

s
91

T
i

Vg

(s,3) uonERIS[330Y [BOIMIA

|
[
—

vy
—

A)1ARIS Jo 101U JB I91W0I9[900Y

€€-0LVILY LSHL HSVID



"uone[eIsul [reiprens ((MZ)yO) 150d-poom ‘ureag-py Y1 Jo Moke ‘g9 angiyg

(s1)vo
JI!II_M_
—— sijoq
fleg 'pblp ww g}  8bpblupo 'pDip ww g} :sBuijunop
) [®81S 9GEX9LZXZSIM POOM 9GgXg0ZXZG! 11N0%001ig
W geesl e il SO wbag—m ‘b 7| wpaq-—pm 'pb 7y :9dA] wpeg  WW 9GZal
w gt w g1 Butonpdg jsod
ww gegy 199}S 91ZXZSIM POOM £0ZXZS! radA] ysod ww g'sgg
“ m (st)yo (MZ)¥9 g ..........
; o A )
- :_ Il Il H_.__ Il H_._. i | H_._. Il H:. Il h_._‘ I H_._. I - L
< /
r-fw ee = Wi @ zlc-38 vaLdy
<<
7 1 i T T T T T T T T T I T T T T R

108 pJiopudis W i

pasu—jo-uyibus| 1ospioNy Woag—pm }s04—BUONS W /Gy

173N W b

w g'gg

92






Figure 70. Vehicle/guardrail geometrics o test 471470-26.
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Figure 71. Vehicle before test 471470-26.
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Figure 72. Vehicle properties for test 471470-26.
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As the damaged front end of the vehicle contacted the ground, the vehicle righted itself and
began to yaw counterclockwise, subsequently coming to rest 80 m (263 ft) downstream and
10.7 m (35 ft) forward of the point of impact. The vehicle had yawed approximately 150
degrees. Sequential photographs are shown in figures 73 and 74.

3.5.2 Damage to Test Installation

As can be seen in figures 75 and 76, the installation received moderate damage. The
bolts were pulled out of the W-beam rail element at posts 15 and 16, and the blockout on post 16
was split. None of the posts broke off, but some posts were pushed back. The displacements of
the posts are shown in table 4.

The W-beam rail element was deformed from posts 13 through 18 and there was
evidence of tire contract with posts 14 through 17. Maximum dynamic deflection of the
guardrail during the test was 0.82 m (2.7 ft) near post 16. Maximum permanent deformation of
the guardrail was 0.69 m (2.25 ft) between posts 15 and 16. The vehicle was in contact with the
guardrail system for a total length of 6.9 m (22.7 ft).

Table 4. Lateral post deflections for test 471470-26.

Post10 ..................... nil {Post15 .......... 330 mm (13.0 in)
Post1l ........... 19mm (0.75in) { Post16 .......... 343 mm (13.5 in)
Post12 ............ 6mm (0.251in) | Post17 .......... 121 mm (4.75 in)
Post13 ........... 51mm(2.00in) { Post18 ........... 38 mm (1.50 in)
Post14 .......... 127mm (5.00in) | Post19 ............ 6 mm (0.25 in)

3.5.3 Vehicle Damage

The vehicle sustained moderate damage, as shown in figure 77. The stabilizer bar, upper
and lower A-arms, and tie rods on the left side were damaged, and the frame at the left front was
bent. The left front spindle, wheel, and tire were separated from the vehicle. The front bumper,
grill, and entire left side were also damaged. Maximum exterior crush at the left front corner of
the vehicle was 370 mm (14.6 in) at bumper height. There was 44-mm (1.7-in) deformation of
the occupant compartment in the floor pan area near the transmission tunnel.

3.5.4 Occupant Risk Values

Data from the accelerometer located at the vehicle center of gravity were digitized for
evaluation of occupant risk and were computed as follows. Occupant contact first occurred in the
lateral direction. Lateral occupant impact velocity was 5.9 m/s (19.3 ft/s) at 0.144 s, the highest
0.010-second occupant ridedown acceleration was 11.4 g’s between 0.239 and 0.249 s
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0.061 s

0.180 s

Figure 73. Sequential photographs for test 471470-26
(overhead and frontal views).
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0.599 s

Figure 73. Sequential photographs for test 471470-26
(overhead and frontal views) (continued).
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0.000 s

0.061 s

0.119 s

0.180 s

Figure 74. Sequential photographs for test 471470-26
(rear and interior views).
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0.361 s

0.480 s

0.599 s

Figure 74. Sequential photographs for test 471470-26
(rear and interior views) (continued).
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Figure 75. W-beam. wood-post (G4(2W)) guardrail installation after test 471470-26.
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Figure 77. Vehicle after test 471470-26.



and the maximum 0.050-second average acceleration was 6.8 g’s between 0.095 and 0.145 s. In
the longitudinal direction, occupant impact velocity was 7.5 m/s (24.5 ft/s); the highest 0.010-s
average ridedown acceleration was -11.4 g’s between 0.203 and 0.213 s, and the maximum
0.050-s average acceleration was -6.1 g’s between 0.139 and 0.189 s. These data and other
pertinent information from the test are summarized in figure 78. Vehicular angular displace-
ments are displayed in figure 79. Vehicular accelerations versus time traces filtered at 60 Hz are

presented in figures 80 through 82.

3.6 W-BEAM, STEEL-POST (G4(1S)) GUARDRAIL SYSTEM (TEST NO. 471470-27)

The test installation consisted of a 45.7-m- (150-ft-) long section of the standard G4(1S)
length-of-need section, with a MELT at the upstream end and a standard BCT at the downstream
end, for a total installation length of 68.6 m (225 ft). The layout of the test installation is shown
in figure 83 and photographs of the test installation is shown in figure 84.

A 1988 Chevrolet 2500 pickup truck, shown in figures 85 and 86, was used for the crash
test. Test inertia mass or empty weight of the vehicle was 2000 kg (4409 1b) and its gross static
mass or test weight was 2075 kg (4570 1b), including a restrained 50th-percentile male
anthropomorphic dummy placed in the driver’s position of the vehicle. The heights to the upper
and lower edges of the vehicle bumper were 650 mm (25.6 in) and 420 mm (16.5 in),
respectively. Additional dimensions and information on the vehicle are given in figure 87. The
vehicle was directed into the installation using the cable reverse tow and guidance system, and
was released to be free-wheeling and unrestrained just prior to impact.

3.6.1 Test Deséription

The vehicle impacted the length-of-need section 0.61 m (2 ft) upstream of post 14, or 4.5
m (14.5 ft) upstream of the splice at post 16, traveling at a speed of 101.4 km/h (63.0 mi/h) and
at an angle of 26.1 degrees. As the vehicle impacted the guardrail, the W-beam rail element
began to deform, and posts 13 and 14 began to displace laterally. The vehicle impacted post 14
shortly thereafter, and movement began at post 15. At 0.035 s after impact, the left front tire of
the vehicle contacted post 15 and, as the vehicle continued forward, the tire aired out and began
to fold under. Redirection of the vehicle began at 0.045 s. Movement began at post 16 at 0.063
s and at post 17 at 0.120 s. The body of the vehicle began to bow upward in the center (between
the cab and bed) at 0.164 s. At 0.213 s, the left front tire snagged on post 16 and the body of the
vehicle began to bow substantially. The rear of the vehicle made contact with the W-beam rail at
0.229 s. The vehicle was parallel with the installation at 0.274 s, traveling at 66.0 km/h (41.0
mi/h). As the vehicle traveled past post 17 at 0.300 s, the left front tire made slight contact with
the post. Maximum deflection of the W-beam rail of 1.01 m (3.3 ft) occurred at 0.365 s. The
vehicle lost contact with the installation at 0.530 s, traveling at a speed of 58.7 km/h (36.5 mi/h)
and at an exit trajectory of 5.2 degrees. As the vehicle exited the rail, it had rolled 28 degrees
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Figure 84. W-beam. steel-post (G4(1S)) guardrail installation before test 471470-27.




Figure 85. Vehicle/guardrail geometrics for test 471470-27.
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Figure 86. Vehicle before test 471470-27.
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Figure 87. Vehicle properties for test 471470-27.

115




counterclockwise and was yawing clockwise. As the damaged front end of the vehicle contacted
the ground, the vehicle continued to roll onto its left side and subsequently slid to rest on its left
side 34 m (112 ft) downstream and 6.7 m (22 ft) forward of the point of impact. Sequential
photographs are shown in figures 88 and §9.

3.6.2 Damage to Test Installation

As can be seen in figures 90 and 91, the installation received moderate damage. The
MELT anchor on the upstream end had pulled up slightly and moved laterally 44.5 mm (1.75 in).
The buffered end nose was pulled off the end post (post 1). The bolts were pulled out of the
W-beam rail element at posts 15, 16, and 17, and the posts and blockouts were bent. All the steel
posts upstream of impact were disturbed, with measurable displacements as shown in table 5.

Table 5. Lateral post deflections for test 471470-27.

Post12. ........... I13mm (0.50in) [ Post16 .......... 279 mm (11.0 in)
Post13 ........... 63 mm (2.50in) { Post17 .......... 165 mm (6.50 in)
Post14 .......... 146 mm (5.751in) | Post 18 ........... 13 mm (0.50 in)
Post15 .......... 330 mm (13.0in) [ Post19 ........... 13 mm (0.50 in)

The W-beam rail element was deformed between posts 14 through 18 and there was
evidence of tire contract with posts 15 through 17. Maximum dynamic deflection of the
guardrail during the test was 1.01 m (3.3 ft). Maximum permanent deformation of the guardrail
was 0.73 m (2.4 ft) between posts 15 and 16. The vehicle was in contact with the guardrail
system for a total length of 8.1 m (26.5 ft).

3.6.3 Vehicle Damage

The vehicle sustained moderate damage, as shown in figures 92 and 93. The stabilizer
bar, upper and lower A-arms, and tie rods on the left side were damaged, and the frame at the left
front was bent. The left front spindle, wheel, and tire were damaged. The front bumper, grill,
hood, radiator, windshield, and entire left side also were damaged. Maximum exterior crush at
the left front corner of the vehicle was 570 mm (22.4 in) at bumper height. There was 53-mm
(2.1-in) deformation of the occupant compartment in the floor pan area on the driver’s side.

3.6.4 Occupant Risk Values

Data from the accelerometer located at the vehicle center of gravity were digitized for
evaluation of occupant risk and were computed as follows. Occupant contact first occurred in
the lateral direction. Lateral occupant impact velocity was 4.9 m/s (16.0 ft/s) at 0.158 s, the
highest 0.010-s occupant ridedown acceleration was 6.2 g’s between 0.334 and 0.344 s; and the
maximum 0.050-s average acceleration was 4.7 g’s between 0.105 and 0.155 s. In the
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0.181 s

Figure 88. Sequential photographs for test 471470-27
(overhead and frontal views).
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0.525 s
Figure 88. Sequential photographs for test 471470-27
(overhead and frontal views) (continued).
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0.121 s

0.181 s
Figure 89. Sequential photographs for test 471470-27
(rear and interior views).
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0.525 s
Figure 89. Sequential photographs for test 471470-27
(rear and interior views) (continued).






Figure 91. Damage at posts 14 through 17. test 471470-27.
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Figure 92. Vehicle after test 471470-27.



Figure 93. Vehicle after being uprighted, test 471470-27.



longitudinal direction, occupant impact velocity was 7.5 m/s (24.8 ft/s); the highest 0.010-s
average ridedown acceleration was -7.8 g’s between 0.229 and 0.239 s, and the maximum
0.050-s average acceleration was -6.0 g between 0.111 and 0.161 s. These data and other
_pertinent information from the test are summarized in figure 94. Vehicular angular displace-
ments are displayed in figure 95. Vehicular accelerations versus time traces filtered at 60 Hz are

presented in figures 96 through 98.

3.7 THRIE-BEAM (G9) GUARDRAIL SYSTEM (TEST NO. 471470-31)

The test installation consisted of a 30.5-m- (100-ft-) long length-of-need section of thrie-
beam (G9) guardrail with a 1.9-m- (6-ft, 3-in-) long transition section from the thrie beam to the
W-beam rail element, a 3.8-m- (12-ft, 6-in-) long section of standard steel-post, W-beam G4(1S)
guardrail, and a 11.4-m- (37-ft, 6-in-) long MELT at each end, for a total installation length of
64.8 m (212 ft, 6 in). The layout of the test installation is shown in figure 99. Photographs of
the test installation are shown in figures 100 and 101.

A 1990 GMC 2500 pickup (shown in figures 102 and 103) with a test inertia weight of
2000 kg (4409 Ib) was used for the crash test. The gross static weight of the vehicle was
2076 kg (4573 Ib), which included a restrained 50th-percentile male anthropomorphic dummy
placed in the driver’s position of the vehicle. The heights to the upper and lower edges of the
vehicle bumper were 660 mm (26.0 in) and 440 mm (17.3 in), respectively. Additional
dimensions and information on the vehicle are given in figure 104. The vehicle was directed
into the installation using the cable reverse tow and guidance system, and was released to be

free-wheeling and unrestrained just prior to impact.

3.7.1 Test Description

The vehicle impacted the length-of-need section 102 mm (4.0 in) upstream of post 15,
traveling at a speed of 102.5 km/h (63.5 mi/h) and at an angle of 26.1 degrees. As the vehicle
impacted the installation, the thrie-beam rail element began to deflect and redirection of the
vehicle began at 0.054 s. At 0.073 s after impact, the left front wheel began to steer sharply
toward the guardrail, and posts 16 and 17 began to rotate about their vertical axes. The left front
tire caught the flanges of post 16 at 0.094 s and post 17 at 0.170 s. Maximum dynamic
deflection of the thrie-beam rail element of 1.07 m (3.5 ft) occurred at 0.216 s between posts 17
and 18. At 0.260 s, the tire passed in front of post 18. The vehicle became parallel with the
installation at 0.282 s, traveling at 67.5 km/h (41.9 mi/h). At 0.316 s, the rear of the vehicle
contacted the thrie-beam rail element. The vehicle lost contact with the installation at 0.645 s,
traveling at a speed of 54.5 km/h (33.9 mi/h), an exit angle of approximately 35 degrees, and a
roll angle of roughly -45 degrees. As the vehicle exited the installation, it continued to roll
counterclockwise and yaw clockwise. The vehicle rolled two and a quarter revolutions and came
to rest on its left side 42 m (138 ft) down and 13 m (44 ft) forward of the initial point of impact
with the front of the vehicle facing the direction of impact. Sequential photographs are shown in

figures 105 and 106.
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Figure 106, Thrie-beam (G9) guardrail installation used in test 471470-31.
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Figure 102, Vehicle/guardrail geometrics for test 471470-31.
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Figure 103. Vehicle prior to test 4
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owre: 04/14/95 test mo: _471470-31 w vo: _1GTGC24KSIFS520473

voar: 1990 waxe: ___ GMC wooeL: .. 2500

TIRE INFLATION PRESSURE: . ooometer: 197102 nRe size LT235 /85R16

MASS DISTRIBUTION (ig)

w__ 544 RF 544 R 458 = se__ 454

DESCRIBE ANY DAMAGE TO VEHICLE PRIOR TO TEST:

v @ Denotes accelerometer
) location.
\j ) < NOTES:
/ € veaas
: ‘ = ‘ ® ot . 05
\\)\ \ evowne Tvee: 8 cyl FFI
N r— ﬁ /—.\ \‘ H ENGINE Clo'_iLL_
C = vs
TRANSMISSION TYPE:
AUTO
e m—k_ »d TEST NERTWL O i
MANUAL
WHEEL DA 0
OPTIONAL EQUIPMENT:

a0 Leat o= M RNETNON

wss: 75 kg

G ) ]
seat posmon:_Driver’s

CEOMETRY -~ (mm)

A_1880 = ¢ 1340 ,__ 1060 ~_1600 r.__740
8750 = r_D5450 x___ 660 o__1660  s__1090
c_ 3360  ¢_15322 ____ 65 e, 800 v__1490

01850 H u 440 o 445 = u___4200
’ TEST GROSS
MASS - (kq) CURB INERTIAL STATIC
M, 1182 1088 1134
M, 912 912 942
M —2094 — 2000 — 2076

Figure 104. Vehicle properties for test 471470-31.
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0.000 s

0.180 s

Figure 105. Sequential photographs for test 471470-3!
(overhead and frontal views).
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0.241 s

0.360s

0.479 s

0.644 s

Figure 103, Sequential photographs for test 47 [47/)-31
(overhead and frontal views) (continued).
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0.000 s

0.119 s

0.180 s

Figure [Uo. Sequential photographs for test 47 [471,-31
(rear and mterior views). '
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0.241 s

0.479 s

0.644 s

Figure 106. Sequential photographs for test 471477~
(rear and interior views) (continued).
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3.7.2 Damage to Test Installation

As seen in figures 107 through 109, the test installation received moderate damage.
There were tire marks on the face of the thrie-beam rail element from post 15 through post 19,
and on the face of posts 16 and 17. The thrie-beam rail element was separated from post 16, and
the flanges on post 17 showed evidence of wheel contact. Posts 15 through 19 were twisted
severely. The lateral deflections recorded at posts 13 through 20 are noted in table 6.

Table 6. Lateral post deflections for test 471470-31.

Post13 ......... 25mm (1.0in) Post17 ......... 159 mm (6.3 in)
Post14 ......... 76 mm (3.0 in) Post18 ......... 210 mm (8.3 in)
Post15 ........ 191 mm (7.5 in) Post19 ......... 102 mm (4.0 in)
Post16 ........ 343 mm (13.5 in) Post20 .......... 32 mm (1.3 in)

Maximum dynamic deflection of the thrie-beam rail element was 1.07 m (3.5 ft).
Maximum permanent deformation of the installation was 0.64 m (2.1 ft) just upstream of post 17.
Total length of contact of the vehicle with the installation was 8.2 m (26.8 ft).

373 Vehicle Damage

The vehicle sustained extensive damage, as shown in figure 110. The upper and lower
A-arms, stabilizer bar, frame, and tie rod ends on the left side were damaged. The front bumper,
grill, hood, left front quarter panel, both doors, and the left front and rear wheels also were
damaged. The windshield and windows were broken and the roof was damaged due to the
rollover. Maximum exterior crush at the left front corner of the vehicle was 420 mm (16.5 in),
and maximum deformation of the occupant compartment was 144 mm (4.5 in) downward from

the roof area on the passenger side.

3.74 Occupant Risk Values

Data from the accelerometer located at the vehicle center of gravity were digitized for
evaluation of occupant risk and were computed as follows. Occupant contact first occurred in
the lateral direction. Lateral occupant impact velocity was 4.9 m/s (16.2 ft/s) at 0.145 s, the
highest 0.010-s lateral occupant ridedown acceleration was 6.3 g between 0.185 and 0.195 s, and
the maximum 0.050-s average acceleration was 4.5 g between 0.161 and 0.201 s. In the
longitudinal direction, the occupant impact velocity was 8.0 m/s (26.4 ft/s), the highest 0.010-s
occupant ridedown acceleration was -7.0 g between 0.179 and 0.189 s, and the maximum 0.050-s
average was -6.4 g between 0.142 and 0.192 s. These data and other information pertinent to the
test are summarized in figure 111. Vehicle angular displacements during the test are displayed
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cuardrail after test 471470-31.
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in figure 112. Vehicular accelerations versus time traces filtered at 60 Hz are presented in
figures 113 through 115.

3.8 MODIF IED THRIE-BEAM GUARDRAIL (TEST NO. 471470-30)

The test installation consisted of a 30.5-m- (100-ft-) long length-of-need section of
modified thrie-beam guardrail with a 1.9-m- (6-ft, 3-in-) long transition section from the thrie
beam to the W-beam rail element, a 3.8-m- (12-ft, 6-in-) long section of standard steel-post,
W-beam G4(1S) guardrail, and a 11.4-m- (37-ft, 6-in-) long MELT at each end, for a total
installation length of 64.8 m (212 ft, 6 in). The layout of the test installation is shown in figure
116. Photographs of the test installation are shown in figures 117 and 118.

A 1989 GMC 2500 pickup (shown in figures 119 and 120) with a test inertia weight of
2000 kg (4409 Ib) was used for the crash test. The gross static weight of the vehicle was
2076 kg (4573 1b) which included a restrained S0th-percentile male anthropomorphic dummy
placed in the driver’s position of the vehicle. The heights to the upper and lower edges of the
vehicle bumper were 670 mm (26.4 in) and 450 mm (17.7 in), respectively. Additional
dimensions and information on the vehicle are given in figure 121. The vehicle was directed
into the installation using the cable reverse tow and guidance system, and was released to be

free-wheeling and unrestrained just prior to impact.

3.8.1 Test Description

The vehicle impacted the length-of-need section at post 15, traveling at a speed of
100.2 km/h (62.3 mi/h) and at an angle of 25.1 degrees. As the vehicle impacted the installation,
the thrie-beam guardrail began to deflect and redirection of the vehicle began at 0.044 s. At
0.077 s after impact, the left front tire made contact with the flange and face of post 16, which
caused the wheel to turn outward (or counterclockwise). The vehicle continued forward as post
17 and 18 began to rotate about their vertical axis at 0.125 s and 0.161 s, respectively. At
0.189 s, the left front wheel assembly caught the flange at post 17 and the entire wheel assembly
was torn from the axle. The front of the vehicle reached post 18 and the rear of the vehicle made
contact with the thrie-beam rail element at 0.232 s. The vehicle became parallel with the
installation at 0.264 s, traveling at 74.3 km/h (46.2 mi/h). The vehicle lost contact with the
installation at 0.560 s, traveling at a speed of 67.4 km/h (41.9 mi/h) and an exit angle of
approximately 11.1 degrees. The vehicle brakes were applied as the vehicle exited the test area,
and subsequently came to rest 49 m (160 ft) down and 6 m (19 ft) behind the initial point of

impact. Sequential photographs are shown in figures 122 and 123.

3.8.2 Damage to Test Installation

As seen in figures 124 through 128, the installation received moderate damage. There
were tire marks on the face of the thrie-beam rail element from post 15 through post 19, and on
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Fioure 119, Vehiclerguardrail geometrics for test 471470-30



Floure 120, Vehicle before test 471470-30.



wre: _Q1/11/95 TEST No.: 47147030 v no: _1GTGC24KBIFS 11847,

vear: _1989 MAKE: GMC wooeL: _2500
TIRE INFLATION PRESSURE: _____ ODOMETER:___166121 nre size_1 T235/85R16
MASS DISTRIBUTION (kg) r__544 RF 553 R 459 RR 444

DESCRIBE ANY DAMAGE TO VEHICLE PRIOR TO TEST:

v @ Denotes accelerometer
T location.
) 7 3 NOTES:
[ -
AN TR * T . o W%
( \\ &\_\ enone Tvree 8 eyl FFT
&r— = | \‘ [ mn enGine size:_ 5.7 L
TRANSMISSION TYPE:
TRE DA — P —d TEST NERTWL C.M. — AUTO

X manuAL

OPTIONAL EQUIPMENT:

. ;
" / [ —lr_. T ° L D DUMMY DATA:
TR (@)=ili -

GEOMETRY — (mm)

A_1850 e_1340 J 1075 n__1570 R 730
o796  r_S5465 _ k.. 670 o__1630 s 1090
c. 3335 ¢ _ 1506 . ... 90 p__80Q t__ 1495
o 1860 W wu___ 450 o 445 u___4145

TEST GROSS
MASS - (kq) CURB INERTIAL STATIC
M, 1168 1097 1144
M, 875 903 __ 932
M 2043 2000 2076

Figure 121. Vehicle properties for test 471470-30.
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0.000 s

0.061 s

0.120 s

0.181 s

i

Figure 122, Sequential photographs for test 47{471-30)
(overhead and frontal views).
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0.240 s

0.301s

0.420s

0.560 s

Figure {22, Sequential photographs for test 471 477-31;
(overhead and frontal views) (continued).
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0.000 s

0.061 s

0.120 s

0.181s

Figure 123, Sequential photographs for test 47147~ 30
(rear and interior views).
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0.240 s

0.301s

0.560 s

Figure 123 Sequential photographs for test 47{471:- 2
(rear and interior views) (continued).

161



o
B
“
j..
[N
N
N
~1
T
(V3]
o

Figure 124.




st s

e
7




t17.

ttlange at pos

i pos



gure :
C ol
P
Ty
A/""‘1
amado i
& o~ o
TR
4 };.\v\l




-M{\



the face of post 16 and the back side of post 17. The thrie-beam rail element was separated from
post 17, and the flanges on post 17 showed evidence of wheel contact. Posts 16, 17, and 18 were
twisted severely. The lateral deflections recorded at posts 14 through 20 are noted in table 7.

Table 7. Lateral post deflections for test 471470-30.

Post14 .......... 25 mm (1.0 in) Post18 .......... 90 mm (3.5 in)
Post15 ......... 108 mm (4.3 in) Post19 .......... 90 mm (3.5 in)
Post16 ......... 216 mm (8.5 in) Post20 ......... 22 mm (0.9 in)
Post17 ......... 216 mm (8.5 in)

Maximum dynamic deflection of the thrie-beam rail element was 1.02 m (3.4 ft).
Maximum permanent deformation of the installation was 0.61 m (2.0 ft) just upstream of post 17.
Total length of contact of the vehicle with the installation was 8.0 m (26.1 ft).

3.8.3 Vehicle Damage

The vehicle sustained moderate damage, as shown in figure 129. The upper and lower
A-arms, stabilizer bar, frame, tie rod ends, and spindle on the left side were damaged. The left
front wheel assembly was torn from the vehicle's axle. The front bumper, grill, left front quarter
panel, and both doors also were damaged. Maximum exterior crush at the left front corner of the
vehicle was 430 mm (16.9 in) and there was deformation at the floorpan area of 16 mm (0.6 in).

3.8.4 Occupaﬁt Risk Values

Data from the accelerometer located at the vehicle center of gravity were digitized for
evaluation of occupant risk and were computed as follows. Occupant contact first occurred in
the lateral direction. Lateral occupant impact velocity was 5.2 m/s (17.1 ft/s) at 0.146 s; the
highest 0.010-s lateral occupant ridedown acceleration was 9.0 g’s between 0.223 and 0.233 s;-
and the maximum 0.050-s average acceleration was 5.2 g’s between 0.101 and 0.151 s. In the
longitudinal direction, the occupant impact velocity was 7.8 m/s (25.6 ft/s); the highest 0.010-s
occupant ridedown acceleration was -9.7 g’s between 0.163 and 0.173 s; and the maximum
0.050-s average was -6.2 g’s between 0.156 and 0.206 s. These data and.other information
pertinent to the test are summarized in figure 130. Vehicle angular displacements during the test
are displayed in figure 131. Vehicular accelerations versus time traces filtered at 60 Hz are

presented in figures 132 through 134.
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IV. SUMMARY OF FINDINGS AND CONCLUSIONS

4.1 CABLE (G1) GUARDRAIL SYSTEM

The vehicle was successfully contained and smoothly redirected by the cable (G1)
guardrail system under test level 3 conditions. The maximum dynamic deflection of the
guardrail was 2.4 m (7.8 ft). There were no detached elements or debris to exhibit undue hazard
to adjacent traffic. The vehicle sustained moderate damage with no intrusion or deformation into
the passenger compartment. The vehicle remained upright and stable during and after the impact
sequence. The trajectory of the vehicle was judged to have posed minimal potential hazard to
adjacent traffic as the vehicle exited the installation with a trajectory of 2.0 degrees. The
occupant risk factors were well within the desirable limits set forth in NCHRP Report 350. In
summary, the impact performance of the cable (G1) guardrail system was considered satisfactory
according to guidelines set forth in NCHRP Report 350, as shown in table 8.

It should be noted that the impact speed of 95.1 km/h (59.1 mi/h) was lower than the
target impact speed of 100 km/h (62.2 mi/h). However, the impact angle of 26.7 degrees was
greater than the target impact angle of 25 degrees. Consequently, the impact severity (IS) value
of the test was 141.2 kJ, which was actually higher than the nominal IS value of 138.1 kJ for the
target impact speed and angle. Furthermore, based on the test results, there is no reason to
believe that the cable (G1) guardrail system would perform any differently at the target impact

speed and angle.

42  W-BEAM, WEAK-POST (G2) GUARDRAIL SYSTEM

The W-beam, weak-post (G2) guardrail system was crash tested under both test level 3
(test no. 471470-21) and test level 2 (test no. 471470-22) conditions. Summaries of the results

of the two tests are shown in tables 9 and 10, respectively.

The W-beam, weak-post (G2) guardrail system failed to contain and redirect the
impacting vehicle at test level 3 conditions. The left front, left rear, and right front tires of the
vehicle overrode the guardrail and exited only when the end of the guardrail installation was
reached. It is evident from reviewing the high-speed film that, had there been a longer run of
guardrail, the vehicle would likely have vaulted over the guardrail completely. The best scenario
is for the vehicle to straddle the guardrail until it came to rest. Otherwise, the G2 guardrail
system performed well with respect to the other evaluation criteria. There was no debris or
detached elements from the installation that would pose undue hazard to adjacent traffic. The
vehicle sustained moderate damage with no deformation or intrusion into the passenger
compartment. The vehicle remained upright and relatively stable during and after the impact
even though it was astride the guardrail. The trajectory of the vehicle was judged to have posed
minimal potential hazard to adjacent traffic. The occupant risk factors were all well within the

desirable limits set forth in NCHRP Report 350.
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The W-beam, weak-post (G2) guardrail system successfully contained and redirected the
impacting vehicle under test level 2 conditions. There was no debris or detached elements from
the installation that would pose undue hazard to adjacent traffic. The vehicle sustained moderate
damage with no deformation or intrusion into the passenger compartment. The vehicle remained
upright and relatively stable during and after the impact. The trajectory of the vehicle was
judged to have posed minimal potential hazard to adjacent traffic. The occupant risk factors
were all well within the desirable limits set forth in NCHRP Report 350.

In summary, the impact performance of the W-beam, weak-post (G2) guardrail system
was considered unsatisfactory from the structural adequacy standpoint under NCHRP Report 350

test level 3, but performed satisfactorily under test level 2 conditions.

43 BOX-BEAM (G3) GUARDRAIL SYSTEM

The box-beam (G3) guardrail system successfully contained and redirected the vehicle.
The maximum dynamic deflection of the guardrail was 1.15 m (3.8 ft). There were no detached
elements or debris to exhibit an undue hazard to adjacent traffic. The vehicle sustained moderate
damage with minimal deformation into the passenger compartment. The vehicle remained
upright and stable during the impact sequence and after exiting the guardrail. The trajectory of
the vehicle was judged to have posed minimal, if any, potential hazard to adjacent traffic, as the
vehicle exited the installation with a trajectory of approximately 0.7 degree toward the guardrail.
The occupant risk factors were well within the desirable limits set forth in NCHRP Report 350.

The impact speed of 95.2 km/h (59.1 mi/h) was slightly slower than the lower tolerance
limit of 96 km/h (59.7 mi/h), i.e., for a nominal impact speed of 100 km/h (62.2 mi/h) and a
tolerance of -4 km/h (-2.5 mi/h). The impact angle of 25.5 degrees was higher than the nominal
impact angle of 25 degrees. The resulting impact severity (IS) of 129.6 kJ (95.6 kip-ft) was
above the lower IS tolerance limit of 127.3 kJ (93.9 kip-ft), i.e., for a nominal IS of 138.1 kJ
(101.9 kip-ft) and a tolerance of -10.8 kJ (-8.0 kip-ft). Furthermore, there is no reason to believe
that the box-beam (G3) guardrail system would have performed any differently with a slightly

higher impact speed.

In summary, the impact performance of the box-beam (G3) guardrail system was
considered satisfactory according to evaluation criteria set forth in NCHRP Report 350, as

shown in table 11.

44  W-BEAM, STRONG-POST (G4) GUARDRAIL SYSTEMS

The W-beam, strong-post (G4) guardrail was crash tested for both wood-post, G4(2W),
and steel-post, G4(1S), systems. Summaries of the results are presented in tables 12 and 13,

respectively.
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In the test with the G4(2W) guardrail system, the vehicle was successfully contained and
smoothly redirected. The maximum dynamic deflection of the guardrail was 0.8 m (2.7 ft).
There were no detached elements or debris to exhibit an undue hazard to adjacent traffic. The
vehicle sustained moderate damage with minimal deformation into the passenger compartment.
The vehicle attained a maximum roll angle of 39 degrees, but remained upright during and after
the impact sequence. The trajectory of the vehicle was judged to have posed minimal potential
hazard to adjacent traffic, as the vehicle exited the installation with a trajectory of 8.1 degrees.
The occupant risk factors were well within the desirable limits set forth in NCHRP Report 350.
[n summary, the impact performance of the G4(2W) guardrail system was considered acceptable
according to guidelines set forth in NCHRP Report 350.

In the test with the G4(1S) guardrail system, the vehicle was contained and redirected by
the guardrail, but the vehicle rolled over onto its left side (impact side) after exiting from the test
installation. The maximum dynamic deflection of the guardrail was 1.01 m (3.3 ft). There were
no detached elements or debris to exhibit undue hazard to adjacent traffic. The vehicle sustained
severe damage, mostly due to rolling over onto its left side. The trajectory of the vehicle was
judged to have posed minimal potential hazard to adjacent traffic, as the vehicle exited the
installation with a trajectory of 5.2 degrees. The occupant risk factors were well within the
desirable limits set forth in NCHRP Report 350. In summary, the impact performance of the
G4(1S) guardrail system was considered unsatisfactory due to the rollover of the vehicle onto its

left side.

The initial concern with these two strong-post, W-beam guardrail systems was that the
mounting height may not be high enough to prevent the 2000P vehicle from vaulting or going
over the guardrail. It was theorized that the bumper of the 2000P vehicle could potentially
override the W-beam rail element and that the front tire could ride up on a post, resulting in the
vehicle vaulting or going over the guardrail. There was no indication of this problem in either of
the two crash tests. However, it should be noted that there are wide variations in the bumper
heights of 3/4-ton pickup trucks. The 1988 and 1989 Chevrolet 2500 pickup trucks used in these
two crash tests were selected to have an average or representative bumper height and do not have
the highest possible bumper heights. Thus, the results from these crash tests may not totally

eliminate this potential concern.

The G4(2W) and G4(1S) guardrail systems are generally considered to be compatible in
performance and are used interchangeably. However, the vehicle remained upright in the
G4(2W) test, but rollover over on its side in the G4(1S) test. These two length-of-need strength
tests were almost identical, including the setups of the test installations, the nominal impact
conditions, and the test vehicles. This provided an opportunity to directly compare between the

performance of the two guardrail systems.

Table 14 summarizes the test parameters and the behavior of the vehicles and the
guardrail systems for these two tests. The impact conditions for the steel-post G4(1S) guardrail
system were slightly more severe than those for the wood-post G4(2W) guardrail system.
particularly for the impact angle (26.1 versus 24.3 degrees). The maximum dynamic deflection
for the steel-post G4(1S) guardrail system was somewhat more than the wood-post G4(2W)
guardrail system, 1.01 m (3.3 ft) versus 0.82 m (2.7 ft). The time and location of the maximum
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dynamic deflections were very similar as were the maximum permanent deflections. This
difference in deflection could be partially attributed to the slightly higher impact speed and angle
in the G4(1S) guardrail system test. Another possibility is that the G4(1S) guardrail system, with

lower bending strength for the steel posts, has less lateral stiffness and thus allowed more

deflection.

Table 14. Comparison between test results for the strong-post, W-beam systems.

DESCRIPTION G4(1S) GUARDRAIL G4(2W) GUARDRAIL
Impact Conditions
Speed 101.4 km/h (63.0 mi/h) 100.8 km/h (62.6 mi/h)
Angle 26.1 deg 24.3 deg
Maximum Dynamic Deflection
Deflection 1.0l m (3.3 ft) 0.82m (2.7 ft)
Location Near post 16 Near post 16
Time 0.365 s 0.371s
Maximum Permanent Deflection
Deflection 0.73m (24 ft) 0.69 m (2.25 ft)
Location Between posts 15 and 16 Between posts 15 and 16
Parallel with Installation
Time 0.274s 0.249 s
Speed 66.0 km\h (41.0 mi/h) 74.3 km/h (46.3 mi/h)
Distance to Parallel 6.7m (21.9 ft) 6.0 m (19.6 ft)
Exit from Installation
Time 0.530s 0.513s
Speed 58.7 km/h (36.5 mi/h) 70.8 km/h (44.0 mi/h)
Angle 5.2 deg 8.1 deg
Roll Angle -28 deg -25 deg
Length of Contact 8.1 m (26.5 ft) 6.9 m (22.7 ft)
Maximum Roll Angle 90 deg 39 deg

The time to parallel for the G4(18S) guardrail system was slightly longer than that of the
G4(2W) guardrail system, 0.274 s versus 0.249 s, with a lower vehicular speed, 66.0 kmvh (41.0

mi/h) versus 74.3 km/h (46.3 mi/h). The time to exit from the test installation was approximately
the same for both guardrail systems, but the exit speed and angle were lower and the total length
of contact was longer for the G4(1S) guardrail system. The 28-degree roll angle of the vehicle at
exit from the test installation for the G4(1S) guardrail system was only slightly higher than the
25 degrees for the G4(2W) guardrail system. The maximum roll angle of the vehicle in the test
with the G4(2W) guardrail system was 39 degrees, while the vehicle in the test with the G4(1S)
guardrail system.rolled onto its left side after exiting from the test installation. The differences
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could be attributed to the more severe snagging of the left front tire of the vehicle on the posts
for the G4(1S) guardrail system. In fact, it appeared from review of the high-speed film that the
snagging of the left front tire of the vehicle on the posts was what initiated the roll in the test
with the G4(1S) guardrail system. It is expected that the steel-post G4(1S) guardrail system
would have more problems with snagging on the posts because of the shallower blockout depth
(6 in versus 8 in for the wood-post G4(2W) guardrail system), the shape of the steel posts, and

the larger dynamic deflection.

It can be concluded from the test results that the performances of both strong-post,
W-beam guardrail systems are marginal under the NCHRP Report 350 test level 3 conditions.
The G4(2W) guardrail system appears to perform better than the G4(1S) guardrail system, but
the vehicle did attain a maximum roll angle of 39 degrees and there was evidence of post contact
in the test with the G4(2W) guardrail system. Many factors could potentially affect the
performance of a guardrail system, such as variations in impact conditions (i.e., impact speed
and angle), materials and construction of the test installation, and properties of the test vehicle
(e.g., bumper height, length of front overhang, etc.). Accounting for all these influencing factors
in a single crash test is not possible, and it is conceivable that different performance results may
arise even within the range of allowable variations in one or more of these factors.

As mentioned previously, it appears that the major problem with the G4(1S) guardrail
system is snagging on the posts, and this problem needs to be resolved for the G4(1S) guardrail
system to perform satisfactorily under the NCHRP Report 350 test conditions. As mentioned
previously, the snagging problem can be attributed to the shallower blockout depth, the shape of
the steel posts, and the larger dynamic deflection. There are many potential remedial measures,
such as increasing the blockout depth, using a different shape for the steel posts, e.g., C-post,
and/or using a heavier section for the steel posts. Further research into these and other remedial

measures is recommended.

45  THRIE-BEAM (G9) GUARDRAIL SYSTEM

The thrie-beam (G9) guardrail system successfully contained and redirected the vehicle.
The maximum dynamic deflection of the guardrail was 1.07 m (3.5 ft). There were no detached
elements or debris to exhibit undue hazard to adjacent traffic. The vehicle sustained extensive
damage, with 114-mm (4.5-in) deformation into the passenger compartment. The vehicle exited
the test installation at a high roll angle and subsequently rolled two and a quarter revolutions
after exiting the test installation. The exit trajectory of the vehicle was judged to have posed
potential hazard to adjacent traffic, as the vehicle exited the installation with an angle of
approximately 35 degrees. The occupant risk factors were within the desirable limits set forth in
NCHRP Report 350. In summary, the impact performance of the thrie-beam (G9) guardrail
system was judged to be unsatisfactory according to evaluation criteria set forth in NCHRP

Report 350 because of post-impact rollover, as shown in table 15.
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The unsatistactory performance of the thrie-beam (G9) guardrail system was somewhat
unexpected, particularly the violence of the rollover. The left front tire of the vehicle snagged on
two posts, which could account for the high exit angle of 35 degrees. The maximum dynamic
deflection of 1.07 m (3.5 ft) was higher than expected and it appeared that the deformed
guardrail served as a ramp to destabilize the vehicle, as evidenced by the high roll angle of
-45 degrees at exit from the guardrail system. There are some potential remedial measures, such
as increasing the blockout depth, shortening the length of the blockout, eliminating the lower rail
bolt, and/or using heavier section for the steel posts. Further research into these and other

remedial measures is recommended.

4.6  MODIFIED THRIE-BEAM GUARDRAIL SYSTEM

The modified thrie-beam guardrail system successfully contained and redirected the
vehicle and met all evaluation criteria set forth in NCHRP Report 350 for test level 3 conditions.
The maximum dynamic deflection of the guardrail was 1.02 m (3.4 ft). There were no detached
elements or debris to exhibit undue hazard to adjacent traffic. The vehicle sustained moderate
damage with minimal deformation or intrusion into the passenger compartment. The vehicle
remained upright and stable during and after the impact sequence. The trajectory of the vehicle
was judged to have posed minimal potential hazard to adjacent traffic, as the vehicle exited the
installation with a trajectory of 11.1 degrees. The occupant risk factors were well within the
desirable limits set forth in NCHRP Report 350. In summary, the impact performance of the
modified thrie-beam guardrail system was considered satisfactory according to guidelines set

forth in NCHRP Report 350, as shown in table 16.

The relatively large dynamic deflection sustained by the guardrail system and the
snagging of the left wheel assembly with post 17 were somewhat unexpected given the stiffness
of the thrie-beam rail element and the 457-mm (18-in) deep blockout. The soil condition was
checked and found to be a little damp, but not to the extent that it would adversely affect the
bearing capacity of the soil. Review of the high-speed film showed that posts 16 through 18
were severely twisted from the vehicle impact as the thrie-beam rail element deflected. The W6
x 9 steel posts are relatively weak in torsion to begin with. The added moment arm due to the
deep blockout aggravated the torsional moment acting on the posts. As the posts twisted, the
blockouts essentially collapsed. This in effect increased the dynamic deflection of the guardrail
by 457 mm (18 in). In other words, without the collapse of the blockout, the dynamic deflection
would have been 563 mm (22 in) instead of 1.02 m (3.4 ft). Also, the collapse of the blockout
allowed the left front wheel assembly of the vehicle to come into direct contact with post 17,
resulting in the wheel assembly being tomn off the vehicle. However, even with the wheel
snagging on the post, the modified thrie-beam guardrail system successfully contained and
redirected the vehicle with no indication of vehicle instability or unacceptable occupant risk

factors.
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